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Rank in the Cockpit
Lt. John Flynn
Safety of flight knows no seniority.

4 Are You Prepared To Survive?

Lt. David A. Goodman
Do you know what’s in your survival gear?

Don’t Shoot the Blazer!
Capt. William Bentley
An uninvited guest makes a gun-shoot interesting.

Our Blown-Tire Hat Trick at Guam

Lt. Rick Crecelius and Lt. Pat Modlin

Although practice makes perfect, this Tomcat crew
didn’'t need to acquire this particular skill.

“Hornet, ball...coupled”
Cdr. Bill Sizemore

Flying a Mode | ACLS approach requires practice,
and not when you're doing it for real.

s
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Hero or Goat

Ltjg. Mack Martin

Concentrating on the mission, this Prowler
crew nearly forgets about not running out of
gas.

My Research Flight for an Approach
Article

LCdr. Steve Clarke

Vertigo grabs this S-3 pilot on approach to
the ship.

Vertigo and the Nugget NFO-A COTAC's
Perspective

Lt. David O’Brien

The rightseater's take on what happened.

Copilots and Frogs

Lt. Andy Meshel

Night DLQs and deteriorating conditions put
this MH-53E crew in jeopardy.



“Hey, Sir, that was really a crackpot
idea!”

Lt. J.R Webb

The IP wanted to show off a little for his
SNA-who wasn’t impressed.

The Wally World Ride of Doppler
Hovers

Lt. Neil Brennan

During night practice hovers, this Seahawk
crew nearly hits the water.

Just Imagine...It’s Easy If You Can,
and a Pretty Messy Landing If You
Can't

Bob Vallaster

Local conditions dictate local operating
parameters.
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ORM Corner:

ORM and the KC-10
Lt. Mark Jackson
The sky gets crowded around the tanker.

Bravo Zulu
HMLA-169
VAW-124
VFA-147

Letters
Brownshoes in Action



by Lt. John Flynn

have heard many junior officers talk ©

I about rank in the cockpit. All the P

senior officers say that there is none,

but I’'m not convinced that we JOs truly
believe it. On a number of occasions, they
have said that a lieutenant commander
wanted to do something and they felt un-
comfortable with it, but went along with it
anyway. | would ask if they even brought it
up in the debrief. The answer would invari-
ably be “No,” and the reason would be,
“Well, he has more experience, and he

because | can’t count how many times | have
stopped somebody from doing something | |
did not like, and rank had nothing to do with
it. My life had everything to do with it. :
My first experience occurred when | was *
still a lowly jaygee flying with my first fleet
squadron on a Fallon det in the A-6. It was
near the end of a three-week exercise, and il
was running on fumes. As a good deal, the
Ops O gave me a local low-level to fly with =+
an air-wing O-4, whom | never had met. We
had a standard low-level brief. The flight to »
the entry point was uneventful. We started

flying at 200 feet AGL with the radalt set to
180 feet. Time and time again, the pilot commander climbed to 250 to 300 feet AGL

would say, “Here comes the ridge. I've got and maintained that for the rest of the low-

clearance.” Then the annoying, “deedle- level. My pucker factor went down consider-
deedle” of the radalt would go off. Ilwas ~ ably, and I enjoyed the rest of the flight.
tired of this and said, “I don’t want to hear After the hop, the pilot said he was glad

that thing go off anymore.” The lieutenant | let him know I was uncomfortable flying at
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never felt his rank outweighed mine in the
| cockpit, and neither did he.

I - | still carry the experience of that flight
with me every time | fly. We need to do a
better job teaching our inexperienced

\ ‘ respect he earned from me. Why? Because |

| aviators to speak their minds freely in the
cockpit. From what I've seen recently, |
J . don't think we are doing that. It's not so

much that the experienced aviators are
suppressing JO concerns, but
more that the junior aviator
doesn’t know when he should
say something.

Before my incident with
the O-4, our squadron had a
fatal mishap where a DFC-
decorated, Desert Storm vet
with 2,000 hours in type, flew
into the water, along with his
200-hour jaygee. We'll never
know if the young BN
thought there was anything
wrong. It's possible, however,
he just thought his pilot knew
what he was doing.

In my current squadron,
one of our younger ECMOs
told me his pilot wanted to da
something unbriefed, some-
thing that was also unfamiliar
to his cockpit full of new
guys. No one said anything,
but some said later they
[ weren't so sure of this maneu-
Robert Lawson - ver. “| figured he knew what
; he was doing,” my junior
ECMO said, “and | didn’t
want to be a non-hacker.”

that low altitude. There were no reprisals, Because of my experience at Fallon, |
badgering or saying that | could not hack it. was able to fly another day. In fact, | flew
Just a handshake and a beer at the club  with that same lieutenant commander on
afterward. I’'m willing to bet he doesn’t another air wing det and was totally com-
even remember this flight or how it affected fortable flying with him at 200 feetm s

me for the rest of my career, or how much Lt. Flynn now flies as an ECMO with VAQ-134.

November 1999 approach 3



PHAN John Sullivan
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by Lt. David A. Goodman|

One of our squadron’s crews had to
punch out during a routine departure from
an airfield in Southwest Asia. They were in
radio contact with the tower before they
even hit the ground, but it was still nearly an
hour before they were recovered. They had
to survive. There was no shade, the tempera-
ture was in the mid-90s, and although no
one had been seriously hurt, they suffered
from shock and minor injuries.

Fortunately, this crew had considered
the possibility of having to survive in the

desert and the inadequacies of their
gear. As a result, they all carried extra
. water. Yet, by the time the SAR helo
appeared, all that water was
gone...in just an hour.
Adding extra water seems like
a simple thing to do, but how many
of us do it when we're flying over
Fallon, Nellis or El Centro? The
desert in those places is just as hot,
and the potential for delays in
rescue is just as
gear do you carry
when flying from
your home station
in the winter? Do
you carry extra
gloves, a wool cap,
GPS7See our
discussion of hand-
issue.-Ed.]Are you
was the last time you thought wearing thermal underwear? ORM suggests
about the survival gear in your that each of us should identify the survival
SV-2 and seat pan? Or the last  challenges we are most likely to face for a
time you thought seriously about what you given area or climate and adapt our equip-
would do if you shelled out of your aircraft ment accordingly.
and had to survive for a few hours—or a Until customized seat-pan and SV-2
few days—Dbefore being rescued? layouts are available for specific areas of

’ real.
held GPS units in
Most of the gear in the SV-2 and seat  operation, you as the user must personally

What extra
the September '99
pan is optimized for survival in and around improve your chances of survival. Failure to

the water. But what if your missions are do so could make you a statistic instead of a
over land, or more significantly, over a survivor. e
desert? Lt. Goodman flies with VAQ-142.
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| tuld you to

ask for directions...
but nooo!

=

arms exercise, and for one of hitting the sand behind him. After a not-so-
my first gun-shoots, we were going calm “Cease fire!” we climbed and called
to a range as a single. We went through a range control. They said there were no
normal brief for a day, single-ship gun- vehicles on the range, but we replied there
shoot, and went out to the helo. was a Blazer out here. Intrusions into the
En route to the range, we talked about restricted area do happen—it's open desert—
gunner procedures and safety once more. and we did not see the truck again, and no
Out on the range, we went through a sweepone knew how the driver got there.
of the area, checked the GPS against the The window by the pilot’s leg is only
map, and let range control know we would three feet across. If | could see the truck and
be working for the next 30 minutes. the hits in that small area, it meant the
We started our runs, flying between 60 bullets were mighty close to the Blazer.
and 100 knots. We had experienced gunners Even in a restricted area, you have to be
in the back, and they were enjoying the rareaware of the surroundings. | don’t think the
practice in the desert. From the left seat, | driver knew how lucky he was; the gunner
looked over the HAC's leg and saw a blue hadn’t seen him until after the cease-fire
Blazer. The vehicle was heading in the sameall. Our crew coordination saved hifs =
Capt. Bentley flies with HMH-464.

Qs a copilot during my first combined- direction we were, and our rounds were

November 1999

LCdr. Mark Enderson
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s | sat across from my RIO at the
A“Spot” in Guam, | wiped the con-
densation off the mug of beer sitting
offensively full in front of me. | couldn’t
help but associate the droplets with the
trickles of fear-induced sweat that had
covered me only a couple of hours before.
We were about half way through our
two-week SFARP detachment in Guam
when we were scheduled to be Dash 3 of a
by Lt. Rick Crecelius and Lt. Pat Modlin division strike on a local target. The brief
went well, and the launch was as smooth as
any strike lead could hope for. We joined up

and made the strike as briefed, but only
Dash 3 and Dash 4 could get off their
ordnance on the first run. We were detached
to RTB while Dash 1 and Dash 2 went back

to the target to administratively deliver their
bombs.

The transit back to Andersen AFB was
- uneventful, and most of the aircrew prob-
ably didn't give too much thought to the
seemingly “harmless” landing on Guam’s
@ 12,000-foot runways. As a matter of fact, we
went ahead and dumped down to 4,000
pounds of gas, knowing that the hardest part
of the recovery would be making sure that
Trick
As we quickly approached the left side
of runway 6L at Andersen, | released the
stick to break the AOA on the tails and then
immediately eased the stick back, trying to

we landed on the runway we were cleared
6 approach November 1999

for, instead of the one next to it!

My wingman and | entered the overhead
for the standard break. We got the wings
out, gear and flaps down, and had completed
the checklist by the time we rolled into the
groove. | worked the jet from a few knots
fast to on-speed as we touched down for a
minimum rate-of-descent landing. That was
when the harmless landing grew big teeth.

Immediately after touchdown, the jet
swerved uncontrollably to the left. | put in
full, right rudder. It had zero effect on our
drift rate, so | staged both motors to full AB
and tried to rotate. But we were a bit too
slow to fly away, and the horizontal stabs
stalled when | pulled the stick back.




fly once more before we became the only do that, because we engaged the gear and
120-mph “all terrain vehicle” on the island. stopped before developing a significant
Just as the nosegear crossed the threshamount of drift.
old of pavement to grass, our 50,000-pound  After a few deep breaths, we shut the
Tomcat became airborne, and floated what motors down and allowed the maintenance
seemed to be a couple of feet off the groungbros to work their magic.After taking time
before it started its reluctant climb. As we to sit and think about what happened, we
hovered directly toward one of many aircraftame up with a few lessons learned.
revetments lining the left side of runway 6L,  First, we asked ourselves whether it was
my RIO asked if | had the airplane. a good idea to dump all our fuel before
“Yeah,” | responded, “so far,” as my recovering. The reduction in gross weight
throttle hand slipped down to the “Get out probably allowed us to get airborne before
of jail free” handle between my legs. Once running out of paved runway, but it also
clear of the ground, and after the AOA was severely reduced the amount of time we had

reduced to our best-climb AOA, our jet to organize and execute our follow-on
started to climb away. We overflew the recovery.

revetment with just enough clearance to Second, we questioned the efficiency of
keep us from jumping out of our trusty our crew coordination after the tire had
steed. blown. The hardest part of flying multi-

After determining the immediate dangercrewed aircraft is that each aircrewman has
was over, we radioed our wingman (who  his own perception of what is going on
was in the groove behind us) to wave off around him. Sometimes the two perceptions
because of the tire-FODed runway and to do not correlate. It is not surprising to find
join up for a visual check. We had half the that my RIO’s perspective was somewhat
left tire remaining on one side of the rim  different. Anyone who has flown in the RIO
(which explained the abnormal amount of cockpit in an F-14A knows that the flight
drag) and just slightly more that 2,000 instruments there are merely an after-
pounds of gas. This was also a problem as thought. That is one of many reasons why
we had just FODed the left runway, and  good crew coordination is essential.
were going to have to shut down the other Here are some of the RIO’s thoughts.
one by taking an arrested landing. When my pilot landed the jet with a

We radioed for the other section to feather touch, | expected the soft jolt of the
buster back and told our wingman to land. gear hitting the deck, but as the tires touched
Once the rest of our division was safe on down, the aircraft settled violently to the
deck, we set up for an extended straight-in left. | called out over the ICS, “Blown left

on the clear runway. We broke out the mainmount!”
NATOPS and ran through all the proce- There are two procedures for this
dures. Then we quickly discussed our emergency, and the first step is to determine

options in the event we couldn’t engage thewhether you're going to keep the plane on
short-field arresting gear: specifically, how deck or take it around. As the nose contin-
we would deal with the aircraft if it veered ued tracking toward the left side of the
uncontrollably to the left. runway, | still didn’t know which we were
We decided to fly an approach to engageoing.
the arresting gear as soon after touchdown My flight instruments were vibrating so
as possible. We also lined up right to give violently that | couldn’t read the numbers—
ourselves more time to react if we detouredthe only indication | had was the needle
to the left. We agreed that if we missed the pointing to about the three o’clock position
gear, our best option would be staying with of the gauge, correlating to approximately
the airplane on deck. But we didn’'t have to 110 to 120 knots. As what remained of our

November 1999
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left mainmount
cleared the
weeds on the
left side of the

but opened a cold
beer in celebration
of our successful
strike. We never

runway, | felt should have al-
him try to pull lowed ourselves to
the nose up. | be that comfortable
could see the in the airplane. The
concrete potential for catas-

bomber revet-
ments getting
bigger in front
of us, and |
couldn’t tell if
we had enough
airspeed to sta

trophe exists in all
= facets of flight,
right up to the point
when the motors
are shut down. We
certainly won't
have to learn this

airborne. lesson again.

| asked if he Postscript: On
had it. He the following flight,
replied with an as we came in for
uncertain an approach to 0O6R,
“Yeah.” As the we brought the jet
vibrations - down with another
lessened, | . minimum rate-of-
peeked at the descent landing,
gauges and and the left

mainmount blew
again! This time,

determined we
had just enoug

flying speed anc . we kept it on deck,
the good kind of S e " doing the proce-

VSI, so | “ dures by the book.
stopped thinking As we radioed for
about hitting the silk. Dash 2 to take it around, the jet safely came

Boldface procedures are written from experi- to halt with plenty of runway left. We later
ence, and when the time comes for quick re- determined the F-14 was more controllable
sponses, it’s best to stick to the actions and this time because the entire tire was torn
complete them. After stroking the blowers, if we away on touchdown, leaving only the
had tried to stop after departing the runway, we smooth rim, creating less drag on the pave-
would have taken a much more dangerous ride. Iinent.
the pilot had chosen to keep it on deck and then And...one flight later, we landed again
changed his mind, there’s no way we would haveon 06R, fully expecting to lose another tire.
had enough airspeed to get airborne again. Whefio our surprise, we experienced the unfa-
you have a blown tire, you have two choices— miliar feeling of a normal landing. As we
once you've made your decision, stick with it.  taxied back to the line, the left mainmount

Finally, we discussed how surprised we both tire blew in our revetment. What are the
were that we found ourselves in such a situation chances of lightning hitting twice...or even
in the final portion of our flight. We were flying three times? My pilot’s new call sign? “Hat
at a relatively unfamiliar airfield, with coral Trick.” ==&
runways (absolutely terrible on tires), and had all ~ Lt. Crecelius and Lt. Modilin fly with VF-154.
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Always Assume the Worst

An E-6A crew had flown a seven-hour mission, and landed at a
forward operating base. The mission crew left the aircraft, and the
pilots took off for some proficiency training. After one hour air-
borne, the crew smelled smoke and fumes. After performing the
EPs, they couldn’t locate the source of smoke or fumes. The crew
declared an emergency, landed and taxied clear of the runway.
They egressed, and the local fire department took control of the
aircraft. Ten minutes later, the fire department verified that the air-
craft was free of any smoke and fire.

During the postflight debrief with the firefighting crew, a po-
tentially catastrophic problem was discovered. The firefighters had
received training on an E-6B, not an E-6A, and the configuration
differences in the communications and mission suite between the
models are very different.

The squadron CO summed it up best: “Imagine the same sce-
nario, except with a complete mission crew embarked. Delayed
response by firefighters due to their unfamiliarity with aircraft type
could have deadly consequences. This event served to highlight
a serious hazard when operating the E-6A at locations where
people are unfamiliar with the configuration of the aircraft inte-
rior.”

Plan for every contingency, and don’t assume anything. Use
ORM. It works.

Edited by LCdr. Mark Enderson. Contributors
can contact him at (757) 444-3520 Ext.7245
(DSN 564). E-mail address:
menderson@safetycenter.navy.mil

COBRA System In Final Stages

The Marine Corps is entering the final
stage of development of the Coastal
Battlefield Reconnaissance and Analysis
(COBRA) system. Mounted on an un-
manned aerial vehicle (UAV), the system
detects minefields. COBRA uses two cam-
eras to search the ground and different
colored lenses to distinguish mines by
comparing their ultraviolet spectrum with
that of the surrounding landscape.

Testing has been done using the Pio-
neer UAV, but the system is designed to
fit any UAV. Operational use of COBRA is
projected within the next four to five
years.

Safety Center ORM Page

The Naval Safety Center’s web site now
has an Operational Risk Management link,
which consolidates all ORM information,
including training tools and resources.
Powerpoint briefs tailored for afloat,
ashore and aviation units are also
available.The ORM web address is
www.safetycenter.navy.mil/orm.

Send questions, suggestions, or recom-
mendations to LCdr. Lance Zahm, Izahm
@ safetycenter.navy.mil
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